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SA-351 CIVIL AERONAUTICS BOARD Fale No 1-oosc
AIRCRAFT ACCIDENT REPORT ./

ADOPTED November 3, 1960 RELEASED November 8, 1960

ALLEGHENY ATRLINES, INC., MARTIN 202, N 1744,
NEAR WILLIAMSPORT, PENNSYLVANIA, DECEMBER 1, 1959

SYNOPSIS

At epproxamately 0947 e. s. t , on December 1, 1959, an Allegheny Airlines Martin
202, N 1744, crashed on Bald Eagle Mountain about 1 3 miles south of the Williamsport,
Pennsylvania, Alrport  The crew of 3, one sddational crew member, and 21 of the 22
revenue passengers were killed

Allegheny Airlines Flaght 371, a regularly scheduled flight, departed Harrisburg,
Pennsylvania, and proceeded routinely to Williamsport, Pennsylvania, where 1t was ob-
served 1m an approach to the airport

The aircraft was observed to make a left twrn while on final approach and dis-
appear into clouds and snow showers on a southerly heading ifcward Bald Eagle Mountain
where 1t was heard to crash shortly thereafter

The Board believes that this accident was caused by the captam's failure to
execute a timely abandoned approach. The probable accidental caging of the fluxgate
compass, which would have resulted 1n an erroneous heading indication, 15 considered
to be a liakely contrabuting factor.

Allegheny Airlines, immediately after learming of the possible effect of an acci-
dental caging of the fluxgate compass, installed guards on the four aircraft 1n 1ts
fleet which had similar fluxgate compass caging switch installations.

A recommendation has been made by the Board to the Administrator of the Federal

Avigtion Agency that suitable guards be required on all sircraft that have fluxgate
compass caging switches located in a position which would permit insdvertent actuation.

Investigation

The Flight
Flight 371 of December 1, 1959, was scheduled bstween Philadelphis, Pennsylvania,
and Cleveland, Ohio, with stops at Harrisowrg, Williamsport, Bradford, Erie The

flight oraginated at Philadelphia after departing Atlantac City at 0718 as Ferry Flagh
174 to Phaladelphia.

;f 411 times herein are eastern standard based om the 24~hour clock

USCOMM-DC -2 7128



-2 -

Prior to the departure of Flight 371 Captain Goldsmath received the available
en route and terminal weather reports and forecasts, The flight was daspatched IFR
but the captain elected to depart VFR bscause of the existing VFR weather em route,
Allegheny compeny policy is to dispateh all flaghts IFR unless load conditions or
navigation facilities require a VFR release

Flight 371 departed Philadelphia at 0815 with 17 revenue passengers At the time
of takeoff the gross weight of the aircraft was 36,477 pounds, which was 2,083 pounds
below the allowable groas takeoff weight gt Philadelphia for landing at Harrisburg

Following the takeoff from Philadelphis the flight proceeded VFR to Harrisburg
where 1t landed at 0851 without incident and deplaned four passengers and 404 pounds
of cargo.

Flight 371 departed Harrisburg at 0906 with 22 revenue passengers, ore additional
crew member, and 598 pounds of baggage, mail, and cargo The gross weight at time of
takeoff was 36,429 pounds, which was 2,081 pounds below the allowable takeoff weight
at Harrisburg for landang at Williamsport.

The Willaiamsport weather at 0855 was vreported as Partial obscurataon, 1,000
feet scattered, estimsted 2,500 overcast, visability 2 miles, light snow; temperature
32, dewpoint 30, wind west-northwest at seven knots; altimeter 30.26 Remarks - 4710
sky obscured by snow few fracto-atratus at 1,000 feet along mountains. This weather
wa3 not available to the pilot at the time of hias departure.

At 0923 Flight 37L reported to Williamsport radio that it was makang 360-—degree
turns flve minutes south of the Willismsport low frequency range at an altitude of 3,500
feet, VFR, and requested an instrument cleasrance to the Williamsport Airport Willaiams-
port radic respended by giving the 0917 Williamsport weather observation, which was:
Precipitation ceiling 1,000 feet, sky cobscured; visibiality one mile in light snow,
wind west at five knots; altimeter 30.26 At this time Williamsport radio requested
that the tlight stand by for clearance At 0927 Flight 371 was cleared direct to the
Willismsport low frequency range from its present position, to maintain 4,000 feet
At 0928 New York Center instructed Williamgport radioc to advise Flight 371 to report
north of Vietor Airway 232. The flight received thas nformation at 0930 At 0931
Flight 371 mdvised that it was porth of Victor Aarway 232 At 0933 Flight 371 was
cleared for an approach to the Williamsport Airport, to report on the ground, or
cancelling IFR. At this time Flaght 371 reported over the Williamsport low frequency
range, leaving 4,000 feet, and commencing an approach At 0935 the Willismsport 0934
weather cbservation was gaiven to Flight 371 as belng 1,000-feet scattered, precipitation
obscuration 7,000 feet; visibility 1-1/2 miles in light spow, wind west at four knots,
altimeter setting 30 26 inches Allegheny minimums for this approach to the Willisms-
port Airport are 900 feet ceiling and 1-1/2 miles visab:lity

it 0941 Flaght 371 reported over the low freguency range on final approach and
the communicator noted the time as being 0941 At this tame the flight was advised
of the surface wind, altimeter setting, and that the runway lights were on high
brilliancy on runway 9-27  Flight 371 acknowledged gl) of these transmissions from
Willasmsport radio At 0942 the flignt reported in range to the company on compamy
freguency At tnis time tne company sdvised that their altimeter setting was 30 25
inches and requested the arraval and departure times of the flipht at Harrisburg Flight
371 acknowledged ths altimeter setting but did not relay the time information requested
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At approximately 0945 Flight 371 was observed over the airport, too high however
to effect a landing After this initial approach to the field, Flight 371 flew over
the fi1eld and made & raight turn for a circling approach to runway 27 As this circle
wag apparently completed, the alrcraft was observed to rell out of its right turn and
into a left turn and proceed in level flight, on a southerly direction, disappearing
into snow showers and clouds. Omne cbserver believed that at the time the aircraft
commenced this left turrn to the southerly hesding i1t was approximately one-fourth of
s mile from the end of runway 27 and at an altitude of approximately 400 feet above
the ground.

A short while after Flight 371 was seen to disappear into the snow showers and
clonds on a southerly heading a loud explosive—-type ncise was heard at approximately
0947 After all attempts to contact Flight 371 had farled, search and rescue at
Olmstead A1r Force Base, Middletown, Pennsylvania, was advised of a possible crash.
At approximstely 1120 the wreckage of Flight 371 was sighted on Bald Zagle Mountain
at an elevation of 1,150 m s 1. on a 172-degree magmetic heading from and about one
and one-thirdmiles south of the epproach end of runway 27 (See Attachment "AR)

Airport and Ground Facalities

The Williamsport Airport has omly a low frequency (385 kc.) radio range for
instrument approach to the field. This low freguency range approeach utilizes a low
frequency radio beacon (266 kc ) and a marker beacon  All of these facilities were
checked by the FAA on December 2, 1959, and found to be operating within standard per-
feormance requirements and the two frequencles, 385 ke and 266 kc., were found tc be
free of interference within the service area Both of these radio facilities were
determined to have besen in operation at the time of the accadent.

The Williamsport low frequency range station 1s located 6 1 nautical miles from
the airport and the course from the range to the airport 1s 285 degrees magnetic or
slightly to the raght of the west leg of the beam for which the outbound heading is
281 degrees

At the time of tl_n.}s accident there was no control tewer in operation at the
Williamsport Airport 2/ Conbact with the airport was through the communicator in the
Williamsport (FSS) radio facility

Prior to and at the time of the accident the airport rotating beacon was on and
turning and the runway lights on runway 27 were on high brilliancy.

The Crew

Captain Themas R Goldsmith, age 31, had approximately 9,790 hours total flying
time, 1,180 hours of which were as a capbtain on Martin 202 equipment He had been
employed as a pilot by Allegheny Airlines since July 14, 1950 His last proficiency
check on Martin 202 equipment was satisfactorily completed on September 19, 1959
Prior to the flight of December 1, 1959, Captain Goldsmith had a rest period of 8
hours and 59 minutes His last first-class physical was satisfactorily passed on
September 29, 1959 Copilot George M. Bowers, age 32, had approximately 1,153 hours
flying time according to the records of Allegheny iirlines. Of this time 92 40 hours
were as & copillot in Martin 202 aarcraft. Bower's last copilot check was conducted
QOctober 22, 1959, in DU-3 equipment and his last farst-class medical was satvislactori-

1y passed on May 22, 1959.

2/ A control tower was in the process of being put into servize at the tame
of the accident and commenced operations on December 5, 1959
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An addifional crew member, Donald W. Tygert, emgloyed as a copilot occupied the
Jump seat on Flaght 371l. Tygert was 26 years cld and his £lying time was approximately
4y2T74 bours, 85 27 hours of which were in Martin 202 gircraft His last line check was
completed on October 19, 1959, in Martin 202 eguipment and his last first-class medical
was passed on October 10, 1959  Flaght Attendant Walliam T Conger, age 28, was em-
ployed January 22, 1356.

Powerplants

Both engines and both propellers were examined at the scene since the terrain made
1t 1mpessaple te remove them intact for study

Both engines broke free from the aircraft at impaci and rolled down the very steep
slope The left engine was found approximately 70 feet, and the right engine 180 feet,
from the main wreckage Fire damage to the engines was laight and was exhibited only
1 the area of flammable fluid lines. The accessories mounted at the rear of the right
engine were, however, subjected to some heat damage.

Impact damage to both engines was relatively laght The scavenge pumps, main oil
screens, sump plugs, and finger screensg of both engines yere examined and failed to
show any of the contamination associated with an engine failure

Cne spark plug was removed from each cylinder and the examination of the electrodes
showed them all to be normal i1n appearance The combustion chambers were examined wath
the aid of a boroscope and all appeared normal

The magnetos, propeller governors, fuel pumps, carburetors, vacuum pumps, and
hydraulic pumps were removed from the engines and taken to the shops of Allegheny
Airlines for test and examination

The propellers were examined and all blades cn both the right and left propellers
were found to have broken off irregulariy

The propeller piston was positiocned at /43 degrees in each propeller and the three
shim plates on the left propeller were marked relative to blade angle at f46 degrees
and the shim plates of the right propeller were marked at A46 degrees, £42 degrees, and
£38 degrees, respectively

There was no evidence to indicate 1mflaght failure of any of the components of the
powerplants The propeller blade angles at impact and the relatively uniform breakage
of the propeller plades were consistent with apprecizsble power being produced at impact.

Instrument s

The pilot compartment and the instrument panels were subjected to extensive impact
damage and subsequent heavy ground fire and many of the instruments were completely
destroyed. All those instruments or parts of instruments which were recovered were
removed from the scene for examination and study. Particular attention was paid to
darection-indicating instruments

The captain's master direction indicator (MDI) was found with the compass card in
position and seized in the relatively intact front end housing The indicated heading
was approximately 262 degress The repeater indicator from the copilot's panel was
found 1n a badly burned condition, but relatively undamaged by impact Tts compass
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card was held firmly by the heat-distorted front end assembly and indicated a heading
of spproximately 88 degrees It has been demonstrated that the compass card of the
repeater indicator is subject to random displacement when i1ts electrical power has

been romoved An attempt was made to determine the heading information being trans-
mitted electrically to the repeater indicator by the MDI at the time of impact; however,
ampact forces had dislodged the transmitting autosyn of the MDI from its mounting and
the rotor shaft, although visibly bent, was free to rotate and it was impossible to es-
tablish the angular position of the rotor at the time of impact

In the examination of the fluxgate transmitter 1t was found that the lawer housing
of the unit had incurred impact damage and that while the gyro reacted normally to the
erection caging functions 1t eventually precessed slightly in the pitch axis owing %o
contamination in the unat introduced as a result of exposure to the elements and con-
taminants subsequent to the crask The gyro was caged to preclude gyrc talt and
measurements of 1ndicated heading were made on a test stand at 30-degree intervals from
D to 360 degrees. Errors in the indicated headings ranged from + 4 degrees at 240
degrees to -5 degrees at 60 degrees.

During the investigation of this accident 1t was determined that an inadvertent
caging of the fluxgate compass was possible owing to the position in which the caging
switch was mounted, coupled with the fact that no guard was provided for this switch.
{See Attachment "B")

The purpose of this caging swaitch 1s to rapidly erect the gyro in the transmitter
unit located in the left wing. This erection system erects the gyro tec a vertacal
position 1n respect to the aireraft only, and 1s independent of the rolling-ball type
erection mechanism incorporated into the system which erects the gyro to a vertical
position relative to the surface of the earth The caging of this gyro is normally
accomplished on the ground prior to flight and with the aircraft in a level position

During the course of the investigation two flaght tests wers conducted in Martin
202 aireraft with identical fluxgate compass equapment installed Darang these tests
pomentary depression of the fluxgate compass caging switch resulted in the 1mitiation
of the caging cycle which required five to six seconds and caused erroneous heading
information to the raght of up to 90 degrees These errors were obtained as g result
of depressing the caging switch while the garcraft was in a right bank to correspond
to the right landing pattern approach of the aircraft at Williamspeort

In additlon to the two flight tests performed in the Martain 202 aircraft, similar
tests were conducted in a DC-3 mireraft whach had similar fluxgate compass eguipment
installed and tests were also conducted with similar type squipment instailed in =
Helmholtz test stand The data thus collected were asnalyzed and 1t was determined
that the magnitude and darection of the error :n ind:icated heading i1s a Dunction of
the bank angle and aircraft heading at the time of caging Completing the cage-uncage
cycle while 1n a banked attitude to the right and while on & southeast or soutbwest
heading produced a positive error in indicated heading. A heading to the left of that
intended would be floun 1f the pilot were to use the compass system to maantain a given
heading. Conversely, if the cage-uncage cycle was completed while on z northwest or
northeast heading the error would be negative and the actual hesding would be to the

right of that indicated.

Investigetion showed that the secondary or standby means of dirsctiomal informa-
tion which was available to the captain was an sir-driven directional gyro. This umit
appeared to be capable of nermal operatiom prior to the accident.



Weather

Tne area forecast 1ssued by the U 3 Weather Bureau Forecast Center at Idlewald
Airport, New York, for the 12-hour period beginning at 0800 e s. t , for the route
between Harraisburg and Selinsgrove, indicated ceilings of 3,000 Lo 4,000 feet wath
tops at 8,000 feet and a higher broken to overcast cloud deck at 10,000 feet with
tops at sbout 14,000 feet Condations were forecast to be locally variable to 1,000-
foot ceiling and visibality five miles in snow showers and a possibility of freezing
raan untal J200 e s t.

Tae Williamsport terminal forecast was also prepared by the Weather Bureau Fore-
cast Center at Idlewild. Thas forecast was valid from 0600 teo 18C0 and indicated
that untal 1100 conditions would be 4,000 overcast, wind west southwest 15 miles per
hour; occasional light sncw showers, chance of mederate freezing rain

4 flash advisory was issued effective at 0820, valad untal 13120, and called for
ceilings below 1,000 feet and visibility occasionally two miles or less in snow
showers for an area which included Williamsport

This 0B20 flash advisory was mot furnished to the crew of Flight 371, however,
the crew was given the current veather at Williamsport at 0923 and again at 0935 from
the Williamsport radio communicator  The 0934 Walliamsport weather which Flight 371
recezved at 0935 was as follows 1,000 feet scattered, prscipitation obscuration
2,000 feet, visibility 1-1/2 miles in light snow, wind west at four knots, altimster
setting 30.26 inches

Witnesses

A number of persons responded to the Board's request for witnesses to this acci-
dent  Of the persons contacted only a few were able to give information which could
be correlated with the aircraft involved in thais accident (One witness was a
meteorologist employed by the U S Weather Bureau who was on dubty at the Williamsport
Airport at the time of the accident This witness observed the aireraft first
approach the field too high to land, then turn to the right approximately over the
Administration Building to enter a landing pattern for runway 27 The aircraft was
visible to this witness throughout i1ts landing pattern excepl for approximately four
seconds whale on the base leg due to intermattent obscuration by fracto-cumulus clouds
This witness observed the aireraft to continue on 1ts approach to a posation whiach he
estimated to be approximately one-fourth of a mile from the end of runway 27, at an
altitude of approximstely 400 feot above the ground, and on a heading of approximately
270 degrees  The witness stated that at this poaint the sircraft was turned to its
left and then disappeared into clouds and snow showers in a southerly directicn toward
Bald Faglie Mountain He stated that a short while later he heard an increase in
power of ths aircraft's engines, followed almost immediately by the sound of the air-
craft crashing into the mountain

Several deer hunters were in the immediate area of the crash. They indicated that
at the time of the crash the visibility was sc restracted by the snow that they were
wable to continue their hunting

Another witness was the captain of a Capital Airlines DC-3  This captain stated
that at the time of his opbservation ne was parked near the intersection of the taxiway
and runway 27, approximately 150 feet back, awaiting clearamce for his takeoff which
wag contingent upon the landing of the aircraf't then making 1ts approach (Flaight 371)
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Ee saw only a fleeting glimpse of an aircraft through the clouds proceeding on g
southerly heading from 1ts position south of the field. The captain stated he there-
after asked his first officer if he also had seen the aircraft and the first officer
stated that he had not. After realizing that the aircraft might be off course or tqq
far south 1f in an approach, the captain made written notes of his observations whicp
were as follows The headlng of his aircraft (Capital DC-3) was 190 degrees magnetic
the time was between 0947 and 0948, the other aircraft (presumedly Allegheny Flight ?
371) was on a southerly heading, straight and level flight; the altitude of the gip-
craft was not determined since the aireraft was visable for only a fraction of 5
second

Several other witnesses alsc observed Flight 371 during the turn onto what would
correspond to the final approach and its subsequent left turn onto the southerly
heading These witnesses all stated that they lost sight of the aircrafi shortly
after 1t was turned onto 1ts southerly heading, owing to the clouds and/or snow
showers exigbting in the direction of Bald Eagle Mountsain.

One of the passengers aboard the aircraft survived the accident This passenger
suffered severe burns in the intense fire which followed the impact but was able to
wglk out of the wrecked fuselage Because of his Injuries this witness was unable to
talk to CAB anvestigators until February 3, 1960, some two months after the accident

This witness stated that upon approaching the Williamsport Airport the flight
steward announced this fact and the "No Smoking® and "Fasten Seat Belts" signs were
lighted He stated that he observed the airport on the initial pass over the field
and that the azreraft was then turned right, and when 1t came around the second time
1t was descending He stated that on the second approach he saw the landing strips
and that the alrcraft, which was going straight into the airport, was turned left,
entered a cloud pank or fog, and crashed shertly thereaftler

The witness indicated that shortly after entering the cloud or fog bank he heard
the pilot "gun the motorsg" and at the same time he sas trees The sireraft crashed
almost immediately after thas

This witness indicated that after this left turn the aircraft was flown straight
and level in the clouds or fog until just pefore the crash when "the nose seemed to
laft up." Just prior to the accident the cabin lightswere on and pothing unusual was
notaiced.

Structures

The aireraft was found to have struck the north side of Bald Eagle Mountain in a
very rocky area on a heading of 240 degrees msgnetic and at an elevation of 1,150 feet
above sea level Trees clipped off by the aircraft before ground contact indicated
the aircraft was banked to the right about 45 to 50 degrees

After initial contact the fuselage came to rest about 300 feet from the point
of farst contact on a heading of 200 degrees magnetic Most of the passenger cabin
area was congumed by the ground fire which fecliowed the crash

The actuating cylinders from the raght and nose landing gears and their failed
drag links showed them to have been extended at impact. The left landing gesr Was
badly burned by the ground fire, but was found in a position about two-thirds re-
tracted The flaps were extended approximately 18 degrees
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Examination of the flight controls, wings, tail surfaces, and control surfaces
failed to show any evidence of inflight malfunction or failure

Human Factors

In an effort to determine whether or not any physiological factors may have
caused or contributed to this accident, complete autopsies were performed on the
captain and the copilot.

The captain was found to have had no preexisting disease, condation, or defect
whach could be related to the accident., Laboratory test failed to show the presence
of elther alcohol or drugs The captain was found to have suffered multiple severe
injuries caused by forces of abrupt deceleration

The autepsy of the first officer was negative for evidence of preexisting diseass,
condition, or defect which could be related tc this accident; however, 1t was deter-
mined that this first officer, who was 32 years old, had marked stherosclerosis of
the coromary arterizes  Examination of the heart including maicroscopic studies of the
heart tissues, failed to adduce any evidence of either old or recent scars or of
dead tissue The autopsy showed the ex:stence of multiple severe injuries which
included a fracturs of the skull, epidural hematoma (150 cc ), and traumatic amputation
of the low extremities

The distribution of cockpit wreckage and the position of tne three crew members'

bodies showed that the captain was occcupying the left seat, the first officer was
occupying the raght seat, and the azddational crew member was occupying the jump seat.

inalysis

Poyerplants, Propellers, and Structures

The factusl information developed in the investigation shows that no malfunction
of the aircraft engines, propellers, or structure caused or contrabuted to this
accident.

Operational Aspects

The possibility of am inadvertent caging of the fluxgate compass while the air-
craft was in the right landing pattern necessitated a detailed exploration of this
possibility  The flight tests conducted showed that the caging switch could be
actuated i1nadvertently oy the feot of a person occupying the jump seat and that a
seriocus errar could thereby be induced into this system

The policy Allegheny Airlines followed on an instrument landing approach such as
the one at Willzamsport 1s that the spproach will be flown by the captain while cc-
cupying the left seat During such an approach therefore the captain in the left
seat and while flying in a right pattern would have the airport tc his right and he
would have had some difficulty in keeping it ain sight In addation, the aircraft on
the base leg segment of the circling approach was intermatiently an snow showers or
clouds

It 15 believed that during the base lep the captain relied on the MDI of the flux-
gate compsss owing to the weather and cockpit visability restrictions that exasted
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It 18 believed that the fluxgate compass was functioning as evidenced oy the fact
that the captain had successfully completed an instrument approach and subseguent
examination of the fluxgate showed 1t to be operable after the acecident

The position of the caging switch on the back of the pedestal (see Attachment
mg") coupled with the lack of a guard for this switch lefi 1t exposed to acciden-
tal actuation by any person occupying the jump seat

Analysis of the fact situation revealed by this investigation indicates that
the caging switch could have been accidentally actuvated by the foot of the crew
member occupying the Jump seat during the imitial part of the base leg This is
considered lakely since at this segment of the approach the crew members would be
attempting to locate the landing runway and 1t 1s probable that the crew member in
the jump seat would have been leaning forward in an effort to locate the rumway
and would thus have made some ccntact with the rear of the pedestal because of 1ts
proximity to the jump seat

Accidental caging of the fluxgate compass with the aircraft on any southeast or
southwesterly heading would have induced an errcr to the right whicn would have
shown up on the MDI by indicating the zircraft was turned to the right in excess of
its actual heading

It 1s believed that the captain was induced to refer to his instruments on the
base leg of the landing approcach because of the restraictions to visibility en~-
comtered and by cockpait limitations to his field of vision  The captain confinued
his turn intending to roll out on the runway heading but reference to tne MDI indai-
czated that he had overshot his heading sc he 1mmediately turned teo the left to an
indicated heading of 270 degrees  After rolling out on this headang he was unabple
to see tne field which was now to his right and he continued on for a few seconds
expecting to see the field momentarily Owing to the induced error of approximately
&0 degrees to the right the aireraft was now on an actual heading of approximately
190 degrees and the heading for Bald Eagle Mountain The aarcraft then encountered
solid 1nstrument conditions. The captain continued nis flight on the indicated head-
ing of 270 degrees for approximately 12 tc¢ 14 seconds, during wnich the aircraft was
converging with the northern slope of Bald Zagle Mounfain  During this time the cap-
tain noted the discrepancy between the ¥DI and his other directional instruments ard
caged the fluxgate compass in an effort to determine his zorrect neading  Upon zom-
pletion of the caging cycle the MDI turned to a nesaing of approximately 19C degrees
At this time, just prior to the crash, the aircraft was turned te the r.gnt, full
throttle was applied, and gear retraction was initisted Before this turn coula ve
completed the aircraft crashed into the trees and rocky terrain of tre rountain

The possibilaty of accounting for the left turm by tne caplain hav.ng initaeted
an abandoned approachk was also comsidersd  For this tc nave occurred the induced
error in the fluxgate compass would nave to e to tre left in tne order of 80 degrees
and would have been induced by accidental cag.ng of the fluxgate compass while on a
northeasterly or northwesterly heading  With suca an error and 1f the captain turned
to an approximate headang of 100 degrees togo back to the L/F range, the aircraft
would then have been on an actual heading of 180 degrees This 1s compatible with
the statements of the ground witnesses

Several facts indicate that this poassability dad not occcur  The aircrafl grruck
the mountailn at approximstely the same altitude that 1t was seen when ceparting the
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airpert  The landing gear was in the down position except for the right main gear
which was 1n transit to the up position. The power increase was initisted at the
same time the aircraft was twrned to the right just prior to hatting the mountain
It 1s belzeved that 1f in fact the captain had initisted an abandoned approach all
of these things would heve been started immediately upon encountering instrument
conditions and that the captain would also advise oy radio that the approach was
being abandcned

Humsn Factors

The autopsies of the crew members eliminated all put one physiological factor
which could have coniributed to this aceident

The fanding of atherosclerosis in the farst officer's coronary arteries required
a detailed study of the possibality of an incapacitation of this indivadual, and
possible subsequent interference with the operation of the aircraft at a critical
segment of 1ts landing approach

The exastence of the epidural hematoms (150 cc.) when considering the effect of
the traumatic amputatzon of the lower extremities and the other internal injuries
indicates that this indavidual survived the crash. In addation, the examination of
the heart and 1ts tissue showed no evaidence of any old or recent heart tissue damage
There 1s no evidence of incapacaitation of the farst officer prioer to the crash or
that incapacitation was a factor in this accadent

Conclusions

Tne captain mede a normal instrument approach during which time the aircraft, its
powerplants, systems, and 1ts instruments functioned properly

After completing the instrument approach the captain began his landing approach to
the field but ceilang and visibalaty restrictions prevented nim from landing cn the
inatial landing approach to the field and a right circling approach to runway 27 was
commenced  During the base leg of the circling approach to runway 27 it 1s probable
that tme caging switch of the fluxgate compass was accidentally actuated by the foot
of the crew member occupying the jump seat thersby inducing an error of approximately
80 degrees to the raght into the fluxgate compass system.

During the final segment of the circiing landing approach the captain referred to
his instruments owing to reduced weather visibilaity and cockpit field of visaon
limitations, and decided to roll out on and to hold the runway heading, sither to
effect g landang or to bresk out over the field in an area where he believed visual
contact flignt could pe accomplished

After proceeding on the indicated heading of 270 degrees for a short period the
aircraft entered solid instrument conditicns in which the aircraft proceeded for
approximately 14 seconds During this time the captain noted an apparent discrepancy
between the MDI and the other directional instruments. He then caged the fluwgate
compass while in level flight and upon the completion of the caging cycle determined
tnat he was proceeding on a heading of approximately 190 degrees and as he started a
Tignt turn the aircraft crashed on Bald Sagle Mountaan.
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Probable Cause

The Board determines that the probable cause of this accadent was the captaint's
failure to execute a timely abandoned approach. The probable accidental caging of

the fluxgate compass, which would have resulted in an erroneous heading indication,
18 considered to be a likely contributing factor

BY THE CIVIL AERCNAUTICS BOARD

/s/ WHITNEY GILLILLAND
Chairman

/s/ CHAN GURNEY
Vice Chairman

/e/ G JOSEPH MINETTI
Member

/s/ ALAN S BOYD
Member

/s/ J. S. BRAGDON
Member




Investigaticn and Hearing

The C1vil Aeronautics Beard was notified of this accident at 1130 Dacemper 1 105
by the Allegheny Airlines dispatcher, and an investigation was Mmediately lnltl,teg)g,
accordance with the provasions of Title VII of the Federal Aviatiom pct of 1958 a N in
public hearing was ordered by toe Board and was held in Williamsport, Pennsylvani
January 6, 1960 r ¥ i,

Air Carrier

Allegheny Airlines 18 a Delaware corporation and maintains its principal offices
1n Washington, D. C  This corporation holds a current certificate of public conven-
vence and necessity for local or feeder service and a valid ailr carrier operating certi-
ficate 1ssued by the Federal Aviation Agency i

The Aircraft

The Martin 202 aircraft was manufactured August 12, 1947, by the Martin Aircraft
Gorporation The aircraft was formerly owned by Picneer Aarlines and was acquired by
Allegheny Airlines on Japuary 14, 1956 It was equipped with two Pratt and Whitney
R-2800-77 engines. The two propellers, model L3560, were manufactured by Hamilton
Standard
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